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SUMMARY

Landing loads on the X-15 research airplane were investigated to determine
the effects of the aerodynamic loads on the main-gear loads and of control-system
inputs on the horizontal-tail aerodynamic loads. Study of the landing data
indicated that conventional control-system inputs increase the down loads on the
horizontal tail, which results in additional loads on the main gear. The fol-
lowing two methods were devised which effectively reduced the horizontal-tail
deflections and the resulting landing-gear loads at touchdown: (1) automatically
disengaging the stability augmentation system at main-gear touchdown and (2)
reducing pilot inputs after main-gear touchdown. The data further indicate that
landing without using flaps results in a down load on the wing during the second
reaction, thus increasing the main-gear loads.

A review of the main-gear loads shows that the gear is satisfactory for
typical landings but the loads may be excessive if the negative attitude of the
airplane after nose-gear touchdown is increased.

INTRODUCTION

The X-15 airplane, unlike conventional aircraft, experiences a second reac-
tion on the main gear at landing that is much more severe than the initial impact
reaction. This 1s attributed to a combination of several factors: (1) the loca-
tion of the main gear far rearward of the center of gravity and directly under
the horizontal tail (ref. 1) so that aerodynamic down loads on the tail are
transmitted to the main gear, (2) the uncontrolled pitch rotation about the main
gear which abruptly reduces the wing 1ift, and (3) the high inertial loads of the
airplane as it rotates back onto the main gear after nose-gear touchdown.

On several X-15 landings, the main-gear load has approached the ultimate
limit. Previous studies of the landing dynamics of the aircraft (refs. 2 and 3)
indicated that the severity of the main-gear second reaction could be reduced by
minimizing the aerodynamic down loads on the horizontal tail after touchdown.



In order to assess the effects of the aerodynamic factors that contribute
to the main-gear loads on the X-15 airplane, main-gear, horizontal-tail, and wing
loads were measured during landings of the airplane. The control-system
contribution to the aerodynamic loads on the horizontal tail during landings was
also investigated. The results of these investigations are presented and dis-
cussed in this paper. Methods for reducing the loads are described, and data are
presented from landings in which these methods were used.

SYMBOLS

main-gear shock-strut force, 1b

S

Ty horizontal-tail aerodynamic load, 1b

¥y main-gear vertical ground reaction, 1b

K SAS gain, surface deflection per rate input, deg/deg/sec

Ly, wing aerodynamic load, 1b

a pitching velocity, deg/sec

a dynamic pressure, 1lb/sq ft

Oty time interval between initial main-gear contact and nose-gear
contact, sec

v indicated airspeed, knots

o angle of attack, deg

B total horizontal-stabilizer deflection, positive when leading edge up,
deg

ahpilot horizontal-stabilizer deflection resulting from pilot command, deg

ShSAS horizontal-stabilizer deflection commanded by the stability augmen-
tation system, deg

] pitch-attitude angle, deg

ATRPLANE

The X-15 girplane and landing-gear system are described in detail in
reference 3; physical characteristics are presented in table I. Briefly, the
vehicle (figs. 1 and 2) is a rocket-powered research aircraft equipped with a
landing-gear system consisting of a non-steerable full-castering nose gear
located well forward of the airplane center of gravity and skid-type main gear



located well to the rear under the tail. The unusual nature of the skid-type
gear is shown by the sketch of the main gear in figure 3. The wing is equipped
with conventional landing flaps.

The basic X-15 aerodynamic control system (ref. 4) is an irreversible
hydraulic system. The horizontal control surfaces deflect asymmetrically for
roll control and symmetrically for pitch control. Directional control is pro-
vided by upper and lower vertical stabilizers consisting of a fixed and a movable
portion. All aerodynamic control surfaces are actuated by hydraulic actuators
which are mechanically linked to the pilot's control stick. The horizontal
surfaces are rate-limited at 26 degrees per second.

A stability augmentation system (SAS) was incorporated to improve the
handling qualities of the basic airplane. A representative block diagram of the
damping system and corresponding components is shown in figure L. A detailed
description of an X-15 stability augmentation system and its operating character-
istics are presented in references 4 and 5. Basically, the system provides
increased damping about all three airplane axes by sensing the rate of rotation
about each axis and deflecting the control surfaces to produce a damping moment.
The pilot and SAS commands are summed in a mechanical walking-beam arrangement
to command the surface-actuator response. At any given instant the total sur-
face deflection is the sum of pilot commands and augmentation-system commands,
if the surfaces are not rate-limited.

INSTRUMENTATION AND DATA REDUCTION

The following pertinent quantities were recorded on NASA internal recording
instruments which were synchronized by a common timer:

Airspeed

Angle of attack

Pitch attitude

Pitch rate

Main-gear shock-strut force
Horizontal-tail position
Horizontal-tail aerodynamic load
Wing aerodynamic load

Longitudinal control-stick position
SAS servo displacement

Airspeed and angle-of-attack data were obtained from the X-15 flow-direction
sensor in the nose of the aircraft. Pitch rate, which ranged from -28 degrees
per second to 28 degrees per second, was obtained by use of a rate gyro. The
positions of the control surface, control stick, and SAS servo were measured by
potentiometers.

The strain gages on the main-gear bellcrank arms were calibrated to yield
the axial load on the shock-strut cylinder (fig. 3). The strain gages on the
left and right horizontal-tail spindles and on the right wing spars and skin were
calibrated to measure shear, bending moment, and torque at the root station of



the respective surfaces. The loads on the surfaces were obtained by the method
discussed in reference 6. A detailed description of the X-15 landing-gear
instrumentation is given in reference 3.

To record the quantities being measured, standard galvanometer recording
instruments were used which were synchronized at 0.l-second intervals to a common
timer. The natural frequency and damping ratio of the recorders were 20 cps
and 0.64, respectively. The natural frequencies of the gyro sensors were greater
than 20 cps. Recordings were accurate within #*2 percent of the full-scale
readings.

The horizontal-tail and wing loads were calculated by using wind-tunnel
aerodynamic data which were presented as the variation of 1ift coefficient with
angle of attack for flaps and gear up and for flaps and gear down in the presence
of the ground plane. The X-15 angle of attack measured by airborne instruments
is unreliable during landing; therefore, the measured airplane pitch-attitude
angle is used.

RESULTS AND DISCUSSION

To determine the effect of the aerodynamic loads and the control-system
contribution to the main-gear landing loads, 77 landings of the X-15 aircraft
were reviewed. Similar piloting techniques were used on all of these landings;
however, one landing was made without flaps as the result of a system malfunc-
tion. Because of insufficient data and similarity of landing conditions, not
all of the investigated landings are discussed.

The X-15 landing approach is made at an indicated airspeed of approximately
300 knots. Immediately preceding the flare for touchdown, the flaps and gear
are lowered. The touchdown occurs at an average airspeed of 188 knots with a
sink rate of approximately 4 fps.

A summary of measured quantities from the landings is presented in tables II
and III. Included are the maximum quantities for the first main-gear reaction
and second main-gear reaction, as well as pretouchdown conditions including
weight and sinking speed.

X-15 Landing Sequence

The influence of the main-gear location on the landing loads is shown by the
schematic sketches of figure 5. Figure 5(a) indicates the down load on the main
gear at touchdown produced by inertia and the negative horizontal-tail deflection
required for landing. After the initial touchdown the airplane pitches down
rapidly, since the horizontal tail, which is located over the main gear, offers
no restraint on the rotation. As the airplane rotates onto the nose gear to a
negative attitude, the down load on the horizontal tail is increased further and
the 1ift on the wing is decreased (figs. 5(b) to 5(d)). 1In addition, inputs
from the pilot and the stability augmentation system during the rotation onto
the nose gear result in an increased horizontal-tail down load. Thus, the
increased down load on the tail and the reduced up load on the wing, in
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combination with high inertial forces as the airplane rotates back onto the main
gear after nose-gear impact (fig. 5(e)), result in a main-gear second reaction
more severe than the reaction experienced during the initial touchdown.

Control-System Contribution to Horizontal-Tail Loads

The main-gear second reaction is shown for a typical landing in figure 6.
A typical landing is one in which the down load on the horizontal tail increases
to a maximum during nose-gear impact and the wing 1ift with flaps decreases
abruptly as the airplane rotates onto the nose gear. The peak at 0.4 second
indicates the first reaction of the main gear, which is caused primarily by the
inertial loads at touchdown. The severity of the main-gear second reaction
(maximum peak) is attributed to the combined loading conditions noted previously.

Immediately before touchdown, the pilot commands & leading-edge-down
horizontal-surface deflection of 5.5° to maintain the desired angle of attack.
Immediately following skid contact, the nose-down pitch rate is sensed by the SAS
gyro which commands a surface deflection to oppose the pitch rate. Also, as the
aircraft rotates downward, the pilot instinctively pulls back on the control
stick in an attempt to reduce the nose-gear impact velocity.

The technique used to land the X-15 has little or no effect on the pitch
rotation because of the relative locations of the main gear, the center of
gravity, and the horizontal-stabilizer center of pressure. No moment about the
airplane center of gravity is produced by deflecting the horizontal surfaces
after the main gear is on the ground. The only significant result is the addi-
tion of a load on the main gear as a result of the downward-acting aerodynamic
tail load.

The maximum surface deflection of -20° occurs approximately at nose-gear
impact. Of this 20°, 16° was applied after main-gear touchdown. The maximum
SAS command of 13° occurs at nose-gear impact. The surface deflection commanded
by the pilot at nose-gear contact is approximately 10°. Because the surface
actuator is functioning at its rate limit for a short period just prior to nose-
gear touchdown, the total maximum surface deflection commanded by the pilot and
the SAS is not obtained.

The maximum horizontal-stabilizer surface deflections from several X-15
landings are presented in figure 7. The surface deflection is shown as a func-
tion of the SAS gain and maximum pitch rate. The difference between the meas-
ured and the calculated data is an indication of pilot contribution to the
horizontal-stabilizer deflections during the landings. The general trend of high
surface deflection for correspondingly high SAS gains and pitch rates is
apparent.

Figure 8 shows the relationship between the horizontal-stabilizer deflection
and the resulting aerodynamic loading. These data represent the maximum value of
aerodynamic loading on the horizontal tail at nose-gear touchdown. The calcula-
tions were made by using X-15 wind-tunnel data for the aircraft in a landing
configuration (flaps and gear lowered in the presence of the ground plane). An
angle of attack of 0° was used to conform with nose-gear touchdown.



As expected, the tail load increases with stabilizer deflection. By
removing the surface deflections which occur after main-gear touchdown, the ratio

F
of horizontal-tail load to dynamic pressure fg could be reduced to about 35.

The maximum total load on the main landing gear could be reduced if the control-
system inputs causing the undesirable deflections were minimized.

Methods for Reducing Control-System Effects

The following two methods of reducing the control-system inputs during the
landing were investigated:

(1) Automatically disengaging the stability augmentation system at main-
gear touchdown.

(2) Avoiding or reversing the normal direction of the longitudinal control
inputs by the pilot after initial touchdown.

A high-gain landing of the X-15 aircraft was made during which the pilot was
instructed to push forward on the control stick immediately after main-gear
contact. The stability augmentation system was also mechanized to automatically
disengage at main-gear touchdown. The results of this landing are presented in
figure 9. The tail load at initial touchdown is approximately the same as that
required for a typical landing (fig. 6). During rotation following initial
touchdown, the down load on the tail increased as in a typical landing. For
this landing (fig. 9), the third peak in the shock-strut load is the main-gear
second reaction. The airplane touched the ground lightly, skipped, and then
achieved a solid touchdown, which resulted in two peaks in the initial touchdown
data.

The stability augmentation system automatically disengaged at approximately
0.8 second after main-gear touchdown. Thus, there were no inputs from the system
at the time of nose-gear impact. The data show that, immediately after main-gear
touchdown, the pilot instinctively pulled back before he pushed forward on the
control stick. He did, however, move the control stick forward fast enough so
that the horizontal stabilizer reached a leading-edge-up deflection at nose-gear
impact. Following nose-gear impact, the horizontal-tail load became an up load
which decreased the main-gear second reaction to 34,700 pounds, compared with
43,300 pounds for a typical landing.

The upward component of aerodynamic load on the horizontal stabilizer after
nose-gear impact was sufficiently large, combined with the stored energy in the
compressed gear system, to momentarily 1ift the main gear off the ground.
Although the main-gear lift-off was undesirable during this phase of the landing,
the results showed that this method could reduce the tail loads.

On a subsequent landing, the pilot was requested to release the control
stick following main-gear contact rather than to push forward. The results of
this landing are presented in figure 10(a). The pilot inadvertently pulled back
on the control stick before releasing it; thus, the surface deflection was not
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neutralized before nose-gear impact. The total surface deflection was, however,
appreciably lower than is normal at nose-gear touchdown. On this landing, the
stability augmentation system was automatically disengaged shortly after main-
gear touchdown and the input to the horizontal surfaces was zero at nose-gear
impact. The total surface deflection at nose-gear touchdown was only -4.5°, or
approximately the same as before touchdown. This reduction is significant in
comparison to the -20° deflection for the landing shown in figure 6. The maximum
main-gear load for this flight is 36,000 pounds, compared to 43,300 pounds for a
typical flight.

Figure 10(b) is a time history of a landing in which the pilot released the
control stick at main-gear touchdown. The stability augmentation system was
automatically disengaged, and very little input was made by the pilot after main-
gear touchdown. The tail load was approximately 2,000 pounds less than the tail
loads experienced at nose-gear touchdown in the typical landing shown in fig-
ure 6. This landing technique resulted in maximum main-gear loads of
35,500 pounds.

Data from these two landings (figs. 10(a) and 10(b)) show that gear loads
can be lowered by reducing control-system inputs immediately following main-gear
touchdown.

Effect of Wing Loads

Landing without the use of flaps decreases the angle of zero 1lift, which
results in negative 1ift in the nose-down attitude; the increased landing speed
associated with a no-flaps landing further increases the down loads on the wing.
These two factors result in a net increase in main-gear load, which can be seen
by comparing the data of figures 6 and 11. The wing lift for the no-flaps
landing (fig. 11) followed a trend similar to that of a typical landing with
flaps (fig. 6). The 1lift at touchdown, which is affected by the touchdown condi-
tions (table III), is approximately the same for the two landings. The wing 1lift
then decreases as the airplane rotates onto the nose gear. However, the wing
lift for the no-flaps landing became a down load after nose-gear touchdown;
whereas, the 1ift for the typical, or flaps landing, remained an up load. The
down load on the wing for the no-flaps landing contributed to an increase in the
main-gear second reaction, as indicated by a comparison of the shock-strut force
of 66,500 pounds in figure 11 with that of 43,300 pounds in figure 6. The
landing data after the time of maximum main-gear load are unreliable in fig-
ure 11, inasmuch as the ultimate load of the main gear was exceeded. It should
be noted that the effect of wing 1ift on the main-gear load cannot be seen
directly, since magnitudes and rates of increase of tail load were not identical.

Wing loads at maximum main-gear load are shown as a function of touchdown
velocity in figure 12. The measured data are within an area bounded by the
calculated curves for a = 0° and «a = -4°, which are representative of the
X-15 ajrplane attitude at maximum main-gear load. Thus, the 1lift with flaps at
maximum main-gear loads produces an up load which increases with velocity;
whereas, a down load results if flaps are not used. If the attitude angle is
decreased from -4° to -6° (as it would be if the lengths of the main-gear struts
were increased), a wing down load results which would cause a more severe load



on the main gear than experienced on the present configuration. For this atti-
tude, the landing loads for a no-flaps condition would exceed the present
landing-gear structural limits.

Main-Gear Loads

Maximum main-gear loads (second reaction) are shown as a function of touch-
down velocity in figure 13 for 16 landings. The sum of the calculated tail and
wing loads for these flights is presented for comparison. Also shown is the
ultimate load for the present X-15 main gear. The main-gear loads for typical
landings vary between 7,500 pounds and 10,200 pounds (open circles). For many
landings, the main-gear loads approach the ultimate limit. The landing made
without flaps (solid symbols) caused a negative 1lift on the wing at nose-gear
impact. This, together with a large down load on the horizontal tail, resulted
in a main-gear load of at least 11,500 pounds, which exceeded the main-gear
ultimate load. The landings made with flaps (flagged circles) in which the
control inputs were reduced resulted in the lowest main-gear loads experienced
with the airplane. These reduced loads verify the importance of decreasing the
aerodynamic forces affecting the landing-gear loads.

CONCLUSIONS

Landing loads on the X-15 research airplane were investigated to determine
the effects of the aerodynamic loads on the main-gear loads and of control-system
inputs on the horizontal-tail aerodynamic loads. The results of this investiga-
tion show that:

1. Conventional control-system inputs and resulting horizontal-tail loads
which occurred after main-gear touchdown produced additional loads on the main
landing gear.

2. The aerodynamic loading on the horizontal-tail surfaces was minimized
by (a) automatically disengaging the stability augmentation system as the main
gear came in contact with the ground and (b) minimizing the pilot's control
input after main-gear touchdown.

3. When these revised landing methods were used, the maximum main-gear
load was significantly reduced.

4. The main gear was satisfactory for landings in which flaps were used;
however, loads were experienced that approached the main-gear ultimate load.
Landing without flaps decreased the wing 1ift, thus greatly increasing the main-
gear loads.

5. Any geometric change which increases the negative pitch attitude after
nose-gear touchdown will result in increased main-gear loads which may exceed
the present structural limits of the X-15 main gear.

Flight Research Center,
National Aeronautics and Space Administration,
Edwards, Calif., August 5, 1963.
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TABLE I.- PHYSICAL CHARACTERISTICS OF THE X-15 ATRPLANE

Wing:

Airfoil section . . . . . « + + + « .+« . . . . NACA 66005 (modified)
Total area (includes 9& 98 sq ft covered by fuselage), sq ft . . . . . . . .. 200
Span, ft . . . . . . . . e e e b et e e e e e e e e e e e e 22.36
Mean aerodynamic chord, ft e e e e e e e e e e e e e e e e e e e e e e 10.27
Root chord, Tt . . & o o« o 0 0 0 v s e s e e e e e e e e e e 14,91
Tip chord, £t . . . o o . o L L e e e e e e e e e e, 2.98
Taper ratio . . . . ¢ v o L L Lo s e e e e e e e e e e e e 0.20
Aspect ratio . . . . L L L L L L e e s e e s e e e e e e e e 2.50
Sweep at 25-percent-chord line, deg . . + « v v v v v v 4 e e e e e e 25.64
Incidence, deg . . « « v v v v v h e e e e e e e e e e e e e 0
Dihedral, deg . « « v ¢ v v v v vt e e e e e e e e e e e e e e e e 0
Aerodynamic twist, deg . . . . . . L . L L L0 0 s s e e e e e e e e e 0

Flap -
TyPe v o v v e e e e e e e e e e e e e e e e e e e e e Plain
Area (each), sq £t . . v v v v . v v e e e e e e e e e e e e 8.30
Span (each), £t .« « v v v v v vt e e e e e e e e e e k.50
Inboard chord, ft . . . . . . . o . L Lo e s e e s e e e e e e e e e e 2.61
Outboard chord, ft . . . . . . v . . Lo e s e e e e e e e e e 1.08
Original Present
Deflection, down (nominal design), deg + +« « + + o o & o o« « o o . 40 32
Ratio flap chord to wing chord . . . . . « . . . v v v v v v e e e e e 0.22
Ratio total flap area to wing area . . . . v + v v v v v v v w e e e e e 0.08
Ratio flap span to wing semispan . . . . + + v v v v v v v w e e e e e 0.40
Trailing-edge angle, deg . . . v v v ¢ v v e e e e e e e e e e e e e e 5.67
Sweepback angle of hinge line, deg . + « « v v v v v v v e e e e e e 0

Horizontal tail:
Airfoil section . . . e e e e e e e 4o e e ... . . . . NACA 66005 (modified)
Total area (includes 63 29 sq ft covered by fuselage), sq ft . . . . . . . . . 115.34
Span, £t . . . o o 0o oL L e e e e e e e e e e e e e e e e, 18.08
Mean aerodynamic chord, £t . . + v v v v v v v v v e e e e e e e e e e e 7.05
Root chord, ft . . . .« o o 0 e e e e e e e e e e e e e e e e e e 10.22
Tip chord, £t . . « v« v o v 0 i e e e e e s e e e e e e e e e e e e e e 2.11
Taper ratio . . .« o . L L L L oL e s s e e e e e e e e e e e e e 0.21
Aspect ratio . . . . e e e e e e e e e e e e e e e e e e e e e e 2.83
Sweep at 25-percent- chord line, deg « v v v v v v e e e e e e e e e e e e 45
Dihedral, deg . . . C e e e e e e e e e e e e e e e e e e e e e e e e e e e -15
Ratio horizontal- tall area towing area . . . . . . . L 0 v e e e e e e e e 0.58
Movable surface area, Sq T « v v v v v v v v v 4 4 e e e e e e e e e e e e 51.77
Deflection -
Longitudinal, up, deg . + « v v « v v v e e e e e e e e e e e e e e e e e 15
Longitudinal, down, deg . . . e e e e e e e e e e e e e e e e e e e 35
Lateral differential (pilot authorlty) deg . e e e e e e e e e e e e e +15
Lateral differential (autopilot authorlty) deg . e e e e e e e e e 30
Control system . . . . . . . . . . . Irreversible hydraullc boost with artificial feel

Upper vertical tail:
Airfoil section . . . . .« . . . ¢ . . . . . . .. . ... ... ... .10° single wedge
Total area, sq £ . « « « © o L L0 e e e e e e e e e e e e e e e e e e 40,91
Span, ft . . . . . . . e e e e e e e e e e e e e e e e e e e e e e 4.58
Mean aerodynamic chord, ft e e e e e e e e e e e e e e e e e e e e e e e 8.95
Root chord, ft . . . . ¢ .« o 0 L e e e e e e e e e e e e e e e 10.21
Tip chord, Tt . . « .« & v v i i s e e e e e e e e e e e e e e e e e e 7.56
Taper Tatio . .« .+ & v o v v v o e e e e e e e e e e e e e e e e e e e e 0.7k
Aspect ratio . . C e e e e e e e e e e e e e e e e e e e e e e e e e 0.51
Sweep at 25- percent chord line, deg « « v v v v v 4 e e e e e e e e e e e e 23.41



TABLE I.- PHYSICAL CHARACTERISTICS OF THE X-15 AIRPLANE - Concluded

Ratio vertical-tail area to wing area . . . . 0.20
Movable surface area, sq ft . e e e e e e e e e e e e e e e 26.45
Deflection, deg . . . e e e e e e e e e e e e e e e e e e e e e e +7.50
Sweepback of hinge llne, deg D T 0
Control system . . . . « + + « « Irreversible hydraulic boost with artificial feel
Lower vertical tail:
Adrfoil sectlon . o . . . ¢ v v o L o . L L o 0L 000w 0w o .. . 10° single wedge
Total area, sq ft . o v « ¢« 0 v v 0 v et e e e e e e e e e e e e e e e e b1
Span, ft . . . . 3.83
Mean aerodynamic chord ft © e e e e e e e e e e e e e e e e e e e e 9.17
Root chord, ft . « . . . v ¢ o o v . 0 o000 e e 10.21
Tip chord, f£ . .« v v v v v v v v 4 v e e e e e e e 8
Taper ratio « « « v v v ¢ v v 4 v 4 e e e . e 0.78
Aspect ratio e e e e 0.43
Sweep at 25- percent chord llne, deg e e e e 23.41
Ratio vertical-tail area to wing area . . . . . « . « « « v « . . 0.17
Movable surface area, sq £ . « « v v v v v v v b e e e e e e e e e e e . 19.95
Deflection, deg . . . P e e e e e e e e e e e e e e e e +7.50
Sweepback of hinge llne, deg e e e e e e e e e e e e e e e e e e e e e e e 0
Control system . . . . . . . . . . . Irreversible hydraulic boost with artificial feel
Fuselage:
7= Vv o O 49.17
Maximum width, £t . . . « « ¢ o v v v 0 v s s e e e e e e e e e e 7.33
Maximum depth, £t . . . . .« « o o o 0 L 0 e s e e e e e e e e L.67
Maximum depth over canopy, Tt . « v ¢ v v v v v i 0 i e e e e e e e e e e e e L.97
Side area (total), SG L v v v v v 4 4 b e e e e e e e e e e 215.66
Fineness ratio . . . © © v ¢ 0 i i 0 0 e e e e e e e e e e e e e 10.91
Main Janding gear:
Type « v v o v it e v v i e e e v e i e e e v 4w . Two (6 in. wide, 3 ft long) skids
Shock strut . . . . . . . . . . . . ... ... .. . Oleopneumatic (inside fuselage)
Original Present
Strut inflation pressure, (fully extended), PSi « « « ¢ & 4 4 o4 o0 . . 750 1,200
Shock-strut stroke, in. e e e e e e e e e e e e e e e e e e e e 2.577 3.58
Tread distance (no 108d), £ + v v ¢« v v v & o o v v 4 e e e e e e 7.03 T7.34
Nose landing gear:
Tire type « v v v v v v v e e e e e e e e e e e e e e e e e e e . VII
Tire size, IN. « « © ¢ v v v v v b e e e e e e e e e e e e e e .18 x bh
Ply rating . . e e e e e e e e e e e 8
Rolling radius, in. e e e e e e e e e e e e e e e e e e e e e e e e e e e 8
Wheels v & & v v v v v v i e e e e e e e e e e e e e e e e e e e e Dual, corotating
Tire pressure, psi . . . . . e e 185
Shock strut . . . . . e et e e e e e e e e e e e e s e e e Oleopneumatlc
Shock-strut inflation pressure (fully extended), psi . . . . . . . 184
Shock-strut stroke, in. e e e e e e e e e e e e e e e e e e e 18
Moments of inertia (based on average landing weight of 14,500 1b):
Ix, slug-ft2 . . « v v« v vt o e e e e . e e e e 3,600
Iy, slUB-TEZ o v v v v vt e e e e e e e e e e e e e e e 83,500
Iy, sTUB-TEZ & v v v v vt e e e e e e e e e e e e e e e 85,100
Iz, sLUB-TEZ o o o v v s e e e e e e e e e 500

11
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TABLE II.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES

(X-15-1)

First main-gear reaction

Time of Incremental Shockestrut
. Landing | Vertical |main-landing- vertical Maximum shock- | Maximum shock-strut | Maximum main- | Horizontal- Center-of-gravity
Flight weight, velocity, | gear impact, acceleration, strut force, 1b{ deflection, in. gear tread, tail load, pressmiu—e, position, percent
number 1b fps sec g ft 1b (down) ps mean aerodynamic
(v) chord
(a) Left | Right |Left |Right czsziit;f Ieft | Right Left Right Left |Right
1-1-5( 13,234 2.0 O G et IR G SR ¢ JY R SEFFEP JRSN SR i S — 750l 750 17.4
1-2-71 13,988 4.8 [¢) 1,200} 1,200 18.4
1-3-8| 1k, 564 6.5 0.2 1,200[ 1,200
1-b-g| 1k ek1 5.0 0 1,200]1,200
1-5-10] 1k,610 4.5 0 - 1,200| 1,200
1-6-11 ¢ 14,233 1.0 0 .5 .6 .6 . 1,200}1,200
1-7-12 [ 14,790 1.0 .20 R .8 1 . 1,200| 1,200
1-8-13 ] 14, Luk k.5 0 . .8 .1 5 L . 1,200{ 1,200
1-9-17 14,838 2.0 o] .13 Wb .5 N 6,203 6,487 Fommeree e b1 7.70 1,200]1,200
1-10-16 1 1L,318 1.5 0 0 .6 .8 5 5,317 IR N S T A — 7.45 1,200f1,200
1-11-21 | 1k,k11 3.0 0 .05 .6 .6 .3 7,680 7,062 76 pemmmeeeand 8.0kL 1,200{1,200
1-12-23] 14,758 3.5 o] .01 851 1.9 .5 7,891 8,038 .9k 77 8.30 1,200{1,200
1-13-25| 14,859 .5 0 0 .5 .7 A 7,512 7,83k 1.11 1.16 B.46 1,200|1,200
1-1hk-271 14,601 5.5 0 .005 .6 .7 .6 11,225 [ 11,138 1.7 1.87 9.03 1,200|1,200
1-15-28 | 14,670 3.5 0 .01 .5 .6 .5 8,060 7,96 .88 .89 8.25 1,200f 1,200
1-16-29| 1k4,450 2.5 .07 0 .3 nn .2 7,174 6,650 bo-oceenao bmmmeme e md 7.82 1,200| 1,200
1-17-30] 1k4,584 4.5 .01 0 .5 .6 .8 8,000 9,000 1.30 1.20 8.65 1,200] 1,200
1-18-31( 14,559 1.5 0 .06 .5 .5 b 5,992 6,120 .18 .18 72?5 1,200] 1,200
1-19-32| 14,586 2.0 O B e B eattahtel BET T TS SRS S uutyuys RS U S —— 7. 1,200}1,200
1-20—32 114,725 k.5 0 0 .8 62 o] 8,90k 9,384 1.59 1.23 8.48 1,200[1,200
1-21-3 14,75 3.0 025 0 .3 . .2 . . 7.90 1,200[ 1,200
1-22-37] 15,015 5.5 0 .8 .6 b 9.00 1,200 1,200 17.7
1-23-39 1t,g9g 0.5 0 2 b .2 7.52 1,200 1,288 17.£95
1-24-40| 1k4,65 2.5 0 . .2 7.7 1,200)1,2 15.
1-25-Lh] 14,515 5.5 0 .5 9.1 1,200]1,200 14.6
1-26-46 1}1,500 3.8 0 8.32 1,2% 1,2% 1g.9
1-27-48] 14,574 [cccemcaann 0 9.02 1,200|1,2 16.9
1-28-49| 1k4,911 3.0 [0 8.01 1,200/1,200 17.0
1-29-50[ 14,924 1.5 0 7.44 1,200| 1,200 17.0
1-30-51) 14,371 1.5 0 7.45 1,200} 1,200 17.1
1-31-52| 1k4,573 3.0 0 7.97 1,200{1,200 17.2
1-32-53] 14,721 2.8 0 7.88 1,200] 1,200 17.4

See footnotes

at end

of table,
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TABLE

II.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES - Continued

(X-15-1)

Second main-gear reaction

Incremental Pitching Distance
Nose-gear i £ vertical Maximum shock-strut | Maximum shock-strut Maximum Nose-gear velocity from main-
Flight | vertical 1me o acceleration, force, 1b deflection, in. Maximum main-{horizontal- shock-strut at nose- gear to Runout
number | velocity, .nose—gear g gear tread, |tail load, ressure gear nose-gear distance,
£ps impact, sec ft 1b (down) P pst ’ touchdown, touchgown
s
e Left |Right |No Center of Left Right |Left [Right | Nose rad%gnoir/x)sec fe
& ¢ | gravity €
1-1-5 17.4 0.52 10,04 pememmemaaas 184 0.445 187 4,760
1-2-7 11.7 .73 10.35 247 6,531
1-3-8 12.6 .39 10.17 194 7,228
1-4-9 13.7 ) 10.29 266 Ly, 71h
1-5-10 15.4 .82 10.20 264 4,148
1-6-11 13.2 1.41 1.7 2.6 5.5 1.5 1,883 37,087 2.83 | 2.46 |16.74 10.13 497 4,920
1-7-12 12.6 1.34 1.6 | 2.3 9.6 1.2 43,339 40,229 2.08 [ 2.89 |17.70 10.25 187 5,420
1-8-13 14,3 .96 2.31 2.6 9.9 : 2 . 10.13 48 5,710
1-9-17 145 1.13 1,2 2.1 (10,5 10.21 ol 5,280
1-10-19 114 1.45 9| 1.4 8.2 10.22 541 5,940
1-11-21 9.2 .84 1.3 1.2 9.2 10.45 333 6,368
1-12-23 12.6 1.00 2.1] 2.1 |12.3 10.21 356 5,887
1-13-25 10.2 .12 .8 .9 5.8 10.19 288 6,837
1-14-27 13.0 6 1.3] 1.0 7.6 10.05 238 4,778
1-15-28 10.6 .81 1.3 1.3 |10.6 10.k2 300 5,310
1-16-29 8.6 .78 1.9 | 1b feceenn 10.17 325 6,150
1-17-30 8.5 .59 .6 . 5 9.99 252 6,553
1-18-31 13.5 1.22 1.0 R 10.30 L1y ,646
1-19-32 femmcmcee g R e e RS 10.25 387 6,300
1-20-35 8.5 .76 .9 .5 10.15 312 7,600
1-21-36 |  12.9 .93 1.5 .0 10.36 333 5,781
1-22-37 13.6 .65 1.8 .3 10.49 253 5,230
1-23-39 10.9 76 1.5 R 10.40 31k 5,643
FES N CY RO S SR— 7 Ki 10.45 439 6,462
1-25-44 | 12,7 60 3.0 b 1 ) 91,888 | 49,76k femmecbemmmeofoceoood 10.6k4 2b7 7,390
DI O e i nah St Rl SRR SRR g 10.49 3g5 164,260
1-27-48 11.2 8L 2.7 .8 E 10.39 289 ,600
1-28-k9| 15.0 1.00 3.3 .7 g 10.48 377 5,810
1-29-50 13.1 1.35 2.1 .8 E 10.40 513 7,380
1-30-51 15.3 1.35 3.5 .3 E 20.31 478 5,550
1-31-52 fommmmmmmanof 1.47 1.2 .8 4 10.45 220 5,810
1-32-53 8.0 1.12 3.0 it p 10.28 313 6,600

See footnotes at end of table, page 17.
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TABLE II.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES - Continued

(x-15-2)

First main-gear reaction

Time of Incremental Maxi . Horizontal Shock-strut

Fli Landing | Vertical | main-landing- vertical Maximum shock- | Maximum shock-strut imum main- 3 forizontal- pressure, | Center-of-gravity

ight N . . . gear tread, tail load, psi position, percent

weight, velocity, | gear impact, acceleration, strut force, 1b| deflection, in.
number n P ft 1b (down) mean aerodynamic
Ps sec >3 (b) chord
(a)
left |Right |{ILeft| Right c;z‘e,i t;f Left | Right Teft Right Left |Right
5.0 3 0.6 8,985 4,607 0.43 0.35

C.1-3 | 13,984 e 0 | 0.06 ()T mmnnm1 0.3 8837 {13 320 { 6 2 7.%0 1,097 925 | 925
2-2-6 | 14,165 7.7 4] .03 1.9 ------4 .8 21,500 { 19,500 .59 62 7.85 1,160 |1,1%0
2-3-9 | 15,183 9.5 0 .005 2.6 |------4 1.4 26,300 | 26,700 1.68 1.58 8.79 1,200 |1,200
2-4-11 | 15,062 6.5 0 .03 1.8] 2.2 .8 27,605 { 28,634 1. 9.42 1,200 {1,200
2-5-12 | 14,798 3.6 ¢} e .9 .5 .2 »999 6,324 1. 8.23 1,200 {1,200
2-6-13 | 14,619 2.5 0 .16 3 .3 .2 6,960 7,139 . 7.88 1,200 [1,200
2-7-15 | 14,394 2.5 ] .08 .8 FCTE T 5,122 5,975 7.79 1,200 |1,200
2-8-16 | 14,583 3.5 0 .07 1.3 .5 R 8,133 7,566 8.11 1,200 |1,200
2-9-18 | 14,469 4.0 0 .05 .6 I 6,960 6,440 8.09 1,200 |1,200
2-10-21 | 1k,419 5.0 . 0 o )y(CTN N B .2 9,110 8,769 8.69 1,200 {1,200
2-11-22 | 14,486 4.5 0 093 f---- R S—— A 8,563 6,441 8.56 1,200 {1,200
2-12-23 | 14,381 5.5 0 .090 .7 5 .2 7,976 7,915 | 148 fecececmade el 1,200 |1,200
2-13-26 | 14,501 4.0 o] [RoLTORNN R R — 5 8.35 1,200 |1,200
2-14-28 | 1h, 741 2.9 [OJ . 7.9 1,200 |1,200
2-15-29 | 14,ku7 3.7 0 .020 8.26 1,200 |1,200
2-16-31 | 14,567 2.3 o] .283 7.70 1,200 {1,200
2-17-33 | 14,845 5.0 .10 0 8.80 1,200 [1,200
2-18-34 [ 1k4,610 2.8 0 .12 7.90 1,200 |1,200
2-19-35 | 14,654 2.5 0 .10 T.76 1,200 |1,200
2-20-36 | 14,692 2.0 0 .01 7.60 1,200 |1,200
2-21-37 | 14,600 k.5 [OJN S 8.55 1,200 }1,200
2-22-40 | 14,801 0.5 .08 0 feeemcbomccnpceeeo[ 5,47 | 5,902 femeemeob e 1,200 |1,200
2-23-43 | 14,968 2.2 .03 o] .2 7.66 1,200 |1,200
2-24-4h | 15,055 L1 .03 0 .5 8.47 1,200 |1,200
2-25-45 | 14,960 1.8 .03 0 .6 7.53 1,200 |1,200
2-26-46 | 15,091 1.8 .01 0 .1 7.53 1,200 |1,200
2-27-47 | 15,021 2.3 0 .15 .1 7.68 1,200 {1,200
2-28-48 | 14 983 2.2 .08 0 .1 7.67 1,200 }1,200
2-29-50 | 15,102 fe---cmao- 0 .03 2 | T,TBL ] 6,674 Fememmeee e 1,200 {1,200
2-30-51 [ 14,953 4.0 0 .04 .7 8.25 1,200 [1,200
2-31-52 | 15,982 3.9 .005 0 W4 26,900 | 23,650 pocmmmmmm b ] 1,200 |1,200

See footnotes at end

of table, page 17.



Gt

TABLE IX.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES - Continued

(x-15-2)

Second main-gear reaction

Pitching
I:Ziix:i:lt&l Maximum shock-strut{ Maximum shock-strut Maximum Nose-gear velocity :.::i:\::c:i:- frx);:t::i;
Flight Nosejgea.r Time of acceleration force, 1b deflection, in. Maximum main- | horizontal- & at nose- & ’ Runout
vertical , ear tread, |tail load shock-strut e o gear 0 |41 tance
number N nose-gear g gear » s ressure gear nose-gear s
velgcny, impact, sec £y 1b (down) P e | voucnaom, Spin-up] touchdown £t
S = 'y
(a) P Center of . ] radians/sec Verticall drag £t
Left |Right | Nose i Left Right | Left| Right | Nose (down)
gravity (a)
2-1-3 13.2 0.85 1.7 |-----ap-mmm- 1.3 35,071 37,407 2.57) 2.58 peeueaad 330 5,560
2-2-6 2.1 3.5 3.0 34,500 35,750 2.2 2,34 118,00 203 4,252
2-3-9 16.5 2.2 4.3 35,200 34,500 2.59| 2.41 [18.00 184 1,561
2-4-11 12.3 2.4 1.6 40,664 43,301 £.50| 3.20 [17.29 184 5,734
2-5-12 12.6 4,1 1.7 40,400 40,400 2.98] 2.93 [15.83 332 ,669
2-6-13 7.8 1.9 1.3 37,106 35,580 2,771 2.67 [16.46 355 6,073
2-7-15 12.6 2.4 36,324 37,908 2.731 2.7% }16.32 357 5,938
2-8-16 7.6 2.6 9 Ly, bs7 46,482 3.26| 3.04 {17.41 297 5,625
2-9-18 16.0 2.3 37,106 36,278 2.77| 2.87 |17.65 339 4,330
2-10-21 2h.5 2.0 38,94 Ll 465 2.78| 2.89 [16.14 308 5,042
2-11-22 15.8 k.9 39,100 h1,630 2.70| 3.02 |16.65 284 6,574
2-12-23 16.4 1.3 41,329 41,788 2.821 3.02 |16.80 271 6,600
2-13-26 | 144 3.1 51,ko7 | 45,163 3.20 17.27 316 5,340
2-15-28 |-cocemenae] 360 6,531
2-15-29 | 10.6 . 2.1 259 3,718
2-16-31 | 10.8 . 3.1 385 6,761
2-17-33 | 13.4 .80 1.6 3.2 276 4,646
2-18-34 | 12.9 1.01 1.6 1.8 373 4,490
2-19-35 4.7 1.28 1.1 2.4 k10 4,418
2-20-36 14.3 1.22 1.2 2.4 410 4,325
2-21-37 | 14.3 .91 1.4 1.2 315 5,280
2-22-40 | 15.k 1.26 2.0 2.5 436 5,800
2-23-43 1k.5 1.16 2.9 2.8 387 5,810
2.2k ik 8.8 .79 5.k 290 5,820
2-25-45 | 13.0 1.35 3.1 ko 7,150
2-26-46 1.1 1.10 3.0 7.0 2.9 376 ,580
2-27-47 | 15.7 1.20 1.5 9.3 3.6 349 5,020
2-2 .83 3.3 11.3 3.9 349 6,600
2-2 .95 3.2 7.0 k. 278 6,870
2-3 .76 3.1 5.7 4ok 6,340
2-3 T 3.2 3.0 kL 4

footnotes at end of table, page 17.
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TABLE II.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES ~ Continued

(X-15-3)

First main-gear reaction

Shock-strut
Time of Incremental . .
Flight | Pending | Vertical | main-landing vertical Maximum shock- |Maximum shock-strut Ma.xnuuxg m:;n- i{o?iztfn:dal- press;zre, Cenzii-of-gavity
& weight, velocity, | gear impact, acceleration, strut force, 1b | deflection, in. gear tread, all -oad, ps position, percent
number s fps ec ¢ ft 1b (down) mean aerodynamic
(e) (b) chord
(a) Left |Right | Left | Right c:::iit;f Left | Right Left Right Left |Right
3-1-2 | 1k,723 2.0 .16 0 .2 1 fremmemeea 6,912 6, 3uL 1,200 |1,200 17.2
3-2-3 | 14,303 2.5 1,200 [1,200 k.1
3-3-7] 14,307 2.5 1,200 | 1,200 15.8
3-4-8 1 14,286 7.3 1,200 {1,200 14,3
3-5-9 } 14,653 1.0 .05 0 1,200 | 1,200 16.3
3-6-10 14,553 6.2 0 .02 1,200 [1,200 16.5
3-7-14 14,420 3.0 0 .06 1,200 | 1,200 1k.9
3-8-16] 14,558 Foeacaeao-d 0 .15 1,200 | 1,200 16.2
3-9-18 14,246 4.0 0 08 | .5 femen- 1,200 | 1,200 16.0
3-10-19] 14,492 6.8 .08 0 1,200 | 1,200 17.0
3-11-20] 1k, kb1 0.5 0 .03 1,200 |1,200 16.9
3-12-22] 14,491 2.4 .ob 0 1,200 |1,200 16.9
3-13-23f 14,562 3.0 o] .20 1,200 {1,200 19.1
3-1h-24p 14,709 2.0 0 07 | 2 feeee- 1,200 | 1,200 fmmsemmmmmmeee e
See footnotes at end of table, page 17.




TABLE II.- SUMMARY OF TEST CONDITIONS AND MEASURED FORCES ~ Concluded

(X-15-3)
Second main-gear reaction
Incremental Pitching Distance
Nose-gear Time of vertical Maximum shock-strut| Maximum shock-strut Maximum Nose-gear velocity from main-
Flight | vertical Lose —gear acceleration, force, 1b deflection, in. Maximum maind horizontal- shock-strut at nose- gear to Runout
number | velocity, & g gear tread, | tail lecad, gear distance,
fps impact, sec (e) £t 1b (down) pre:‘i”e’ touchdown, | }oSe-EeAT £t
radians/sec 4
(a) left | Right | Nose CZizsit;f Left Right | Left | Right | Nosc (dOWI/]) fr
3-1-2 184 0.7238 384 6,200
3-2-3 18L 262 319 6,340
o R 332 &0
3-h- Bk e 1 5,10
3-5-9 9.1 1.35 6.2 2.8 184 234 Lsp 5,810
3-6-10 8.0 .81 k.1 4.6 184 206 261 5,280
3-7-1k 10.2 .88 3.6 b 184 .261 338 5,030
3-8-16 8.3 1.85 bk 1.7 184 213 pememeeemeno e
3-9-18 1.8 .84 12.3 3.4 184 . 303 303 5,280
-10-19 12.7 1.08 k.2 2.7 184 .325 B N —
-11-20 9.3 1.06 4.9 2.6 184 .238 438 7,920
3-12-22 11.7 1.b2 11.7 2.8 184 299 510 7,286
3-13-23 10.4 1.42 3.1 2.0 184 267 Lo8 7,400
3-1h-2h 3.0 1.04 2.7 3.0 33,363 K . 18k 205 393 7,392

LT

First term indicates X-15 alrplane by number; second term indicates number of free flights for that airplane; third term indicates number of sirplane X-lS/B-52 missions for the airplane.
DServiced to *10 psi.

®Initial contact followed by rebound.

dIncrementa.l drag force.

®Not measured on X-15-3.
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TABLE III.- PRETCUCHDOWN CONDITIONS

(X-15-1)
. : PN . . True ground Runway S 5
Landing Wind conditions Velocity at| Vertical Y — Indicated Pitch Roll s .

ﬁﬁ%ﬁﬁ weight, [o—o——r"= touchdown,| velocity, fiifﬂzﬁ? hmigf‘lc condit angle of velocity, | velocity, SiieSl;P ce““ei"’f;%""ity

(a) 1t knots}, KIAS fps xnots ede;ng, ONALTION  attack, deg| radians/sec |radians/sec |2P81%s 9°€ acceleration, g

1-1-5 A 13,32k Calm® 153 2.0 16€ 350 Dry, hard 8.5 0.024 (down)| 0.091 (right)| 0.7 (1eft) 1.ko

1-2-7 A 13,988 Calm 189 4.8 168 180 Damp, hard 7.1 .00k (down)| .012 (right)| .7 (right) 1.

1-3-8 B 14,564 21 21k 5.5 238 350 Dry, hard b7 .025 (down)| .025 (left) [1.6 (1eft) 1.

1-4-G c 14,641 Ca.'ém 1gL 2.0 12L 50 Dry, hard 7.6 .022 (up) .005 (left) | .1 (right)

1-5-10 B 14,610 pt 180 .5 163 25¢ Dry, hard (5> SRR U R

1-6-11 c 1141233 Calm 189 1.0 192 350 Dry: hard 7.4 019 (up) L060 (right)| .2 (left) .

1-7-12 B 14,790 23 193 1.0 196 180 Dry, hard 5.2 .018 (down)| .066 (right)} .9% (right) .95
1-8-13 c 1h, by 19 173 4.5 190 180 Dry, hard 7.7 048 (up) .019 (left) | .32 (left) 1.0

1-9-17 B 14,838 7 185 2.0 190 180 Dry, hard 7.3 .009 (down) 020 (right)| 1.70 (right)l------ .5
1-10-19 c 14,318 4 198 1.5 205 180 Dry, hard 6.1 .027 (up) 5 (right)| 1.25 (right) 1.01
1-11-21 B 1k, h11 Calm 192 3.0 207 180 Dry, hard 5.7 .005 (down) 1 (right)|2.77 (right)| .86
1-12-23 [of 14,758 Calm 181 3.5 188 180 Dry, hard 7.0 .055 (up) .180 (left) povemmmmmcead 20,7 bomeccaccccaoaae
1-13-25 D 14,859 Calm 196 L.5 205 180 Dry, hard 5.7 .012 (up) .037 (right) [o X S 1.01
1-14-27 D 14,601 5 180 5.5 18 350 , hard 6.9 .009 (down)| .010 (right)p-------ouann 4 .9l
1-15-28 E 14,670 Calm 182 3.5 191 350 Dry, hard 7.9 .023 (up) [} .20 (right) 1.16
1-16-29 F 14,450 19 195 2.5 216 350 Dry, hard 5.k .037 (down)| .010 (right)] .35 (left) .99
1-17-30 F 1h,584 Calm 209 k.5 212 350 Dry, hard Lo .012 (down) e
1-18-31 G 13,5?52 cB.lm - 176 1.5 182 1go Damp, hard 7.3 .005 (up)
1-19-32 G 14,58 {4 | East  jo-eecme--od 2.0 frmememeeeaas 180  {Damp, hard f---=---mmeodm oo
1-20-35 E 1J+;722 Calm 210 k.5 212 180 Dry; hard 9.8 i .018 (up) .020 (right)| .80 (left) 1.05
1-21-36 [ 14, 754 5 183 3.0 187 180 Dry, hard 13.1 .00k (up) .010 (left) [1.60 (1eft) .80
1-22-37 D 15,015 12 196 5.5 195 180 Damp, hard 10.0 .007 (up) .020 {right)|1.50 (1eft) 69
1-23-39 F 14,997 Calm 20k .5 213 180  [Damp, hard 7.7 .01k (up) .003 {1left) | .50 (right)f----- .89
1-24-40 B 14,658 Calm fmmmmmmmemed ccmicceeas p 2.5  fecemmmmeann 180 Damp, hard 11.7 23 (down)| .060 (right)] 2.80 (right) 1.03
1-25-kk D 15,515 7 | Bast  fe--e--e--- 4 5.5 205 Mud Lake [Dry, rough 6.2 .006 (down)f-mm=m-amcaman .7 (left) .89

landing®

1-26-46 B 14,500 8 3.8 femeeeeoeeeo 180 Dry, hard |-eecomecmcoodhocmamme o . O O,
1-27-48 B 14,574 Calm  |o-mmmmmmemd e 176 180 Dry, hard .12 (left) .15 (right) .63
1-28-49 F 14,911 Calm 3.0 187 180 Dry, hard .01k (right)| .2 (left) 1.1k4
1-29-50 B 1h, 924 Calm 1.5 208 180 Dry, hard .0lh (right)| 2.5 (right) p----- .96
1-30-51 B 14,371 Calm 1.5 192 180 Dry, hard 069 (left) | 1.8 (right) .98
1-31-52 B 14,573 Calm 3.0 femememeeean 180 Dry, hard L015 (right)p-mcemcmmmmee 254 feccomcaiicicaas
1-32-53 G 14,721 Calm 2.8 1b5 180 Dry, hard 8.5 .006 (down)| .016 {left) [1.2 (right) 1.00

See footnotes at end of table, page 20.




TABLE III.- PRETOUCHDOWN CONDITIONS - Continued

(%-15-2)
. Landing Wind conditions elocity at| Vertical |True ground Rusiway Indicated Pitch R
FUED | pilos |weigrs, fomorr touchdowm, | velocity, | SPec* a® | Magnetic | asele or | wverccity, vel?J:cL:;Lty Sideslip aié;g Center-of-gravity
IS 1b kno'vsy! Direction KIAS £ps vo;:]z:zwn, he;.;mg, Condition attack, deg | raiians/sec radia.ns/séc angle, deg deg ’ acceleration, g
-1-3 13,984 9 Southwest 1584 203 3Be Dry, hard 8.1 0.045 (up) [0.013 (right)]|0.88 (left) 23.2 1.15
-2-6 1h,165 CalnP [Northwest 180 191 350 Dry, hard 7.6 LO4T (Gown) | .020 (right)| .49 (left) 7.6 1.08
-3-9 A 15,183 18 Northwest 1€1 145 Rosa.mondc Dry, hard 10.8 .03¢ (up) .008 (left [3.2 (left) 37.2 .85
Dry Lake
4-11 A 15,062 L Southwest 188 2.5 1§5 350 Dry, hard 6.2 L008 (up) 056 (left) |1.2 (left) 33.8 1.00
5-12 A 1k,798 Calm  fo-ooceceecd 185 3.€ 183 18¢ Dry, hard 8.7 L00€ (up) .02C (left) Ll (left) 32.3 1.25
6-13 A 14,619 9 Nort}}:— 192 2.5 201 180 Dry, kard 6.3 .003 (down)| .032 (right)[1.5 (left) 33.8 1.25
northeast
2-7-15 A 14,394 Calm Nort:— 193 2.5 193 180 Dry, kard 7.1 .C13 (up) .O48 (right)| .1 (right) 31.5 1.05
northeast
2-8-16 A 14,583 Calm  f-mmmooooeo 185 3.5 198 180 Dry, hard 6.6 .021 (up) .012 (left) .15 (right)| 27.2 .95
2-9-18 A 14,469 Calm Southeast 160 4,0 161 180 Dry, hard 11.2 .01€ (down)[ .005 (right)} .50 (right){ 26.5 1.10
-10-21 A 1k,k19 5 Northeast 156 5.0 165 180 Dry, hard 10.7 .002 (up) .50 (right)} .2 (right) 29.7 1.09
-11-22 A 14,486 Calm  pe---mwaan-d 187 ) 196 180 Dry, hard €.0 .00k (down)| .062 (right)| .9 (left) 28.1 1.0k
2-23 A 14,381 17 Northeast 181 5.5 203 180 Dry, hard 6.k .0LO (down) 0 27.5 1.01
-13-26 c 14,501 10 North- 180 L.C 182 180 Dry, hard 13.1 .021 (up) .015 (left) 26.8 1.08
northeast
-14-28 B 1{».,871 Calm Southeast [===-=-u---- 2.9 feemcmeaeaaa] 180 Dry, hard fe--e-meemeod o -t B e —— Tt e
-15-29 c 1k, kb7 20 Westt;}; . 189 3.7 171 230 Dry, hard 6.9 .013 (up) (045 (right)p--e-e-maneann 27.1 .92
soutnwes
2-16-31 B 14,567 Calm East 189 2.3 201 180 Dry, hard 10.2 .028 (up) .006 (right) 28.7 1.05
2-17-33 c 1k, 945 1k Sou;:- 180 5.0 175 180 Dry, harc 15.0 034 (up) 190 (1left) 29.5  feemmomemei il
southwest
-18-3k B 14,610 10 SOu::- . 186 2.8 196 180 Dry, hard 10.5 .013 (up) 0 31.L 1.03
sou We S’
2-19-35 D 1k,654 9 SDUEE— . 179 2.5 180 Dry, hard .011 (up) 0 31.6 1.03
southwes
-20-36 c 1k,692 7 South 175 2.0 180 Dry, hard 3 .001 (down)| .00k (right) V=05 S SO,
-21-37 c 1k4,600 Calm South 179 k.5 180 Dry, hard 5 .015 (up) .030 (right) 32.1 1.28
-22-40 F 14,891 11 West 196 5 180 Dry, hard T .002 (up) .023 (left) 304 .98
3«14‘3 [o} 1k,968 Calm  fpacmmemaoon 4 184 .2 180 Dry, hard .026 {down)| .076 (right) 29.7 1.02
h-iw E 14,959 9 Southwest 191 1 180 Dry, rough 8.¢c .00 (up) .019 (right) 30.0 1.05
5-45 E 14,960 Calm  fammmeeoo 195 .8 180 Dry, hard 6.5 .063 (up) L0kO (rigkt) 20.2 1.60
6-46 F 15,091 10 South 175 .8 180 Dry, hard 7.8 .005 (up) .08 (right) 30.5 .95
T-47 F 15,021 Calm  f--- -- 181 .3 180 Dry, hard 8.0 .012 (down) .03E§ (left) 29.7 1.05
8-L8 F 14,983 118 to 26 | Southwest 200 2 180 Dry, hard 5.3 .035 (down)| .036 (right) 28.9 1.00
9-50 E 15,102 Calm  fp--- - 187 180 Dry, hard 7.2 .034 (up) L039 (left) 28.6 1.23
0-51 E 14,953 Calm  f--- - 173 4.0 180 Dry, rough 5.7 .00k (down)| .030 (right) 30.0 95
1-52 E 15,982 4 Southeast 256 3.9 251 Mud Lake | Dry, harc 7.4 .026 (up) .007 (right) 0 1l.02
landing®

6T

See footnotes at end of table, page 20.
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TABLE III.- PRETOUCHDOWN CONDITIONS - Concluded
(x-15-3)
. . cgs True ground 1
Landing Wind conditions Vertical Runway Indicated Roll : s .

Flight . s - N Sidesli: Center-of-gravit;
num%er veight, |yorers velocity, ipeeidat Magnetic angle of velocity, angle dgg acceleratﬁn Sy

(a) 1b knots |Pirection fps ouchdown, | neading, | Condition {attack, deg radians/sec ’ 4

s knots deg

3-1-2 G 1k,723 P TLI SRR 2.0 176 180 Damp, hard 7.0 0 1.8 (right) 1.02

3-2-3 G 14,303 Calm 2.5 180 Dry, hard 6.4 0 1.1 (right) .95

3-3-7 G 14,307 Calm 2.5 180 Dry, hard

3-4-8 G 1h4,286 12 North- 7.3 350 Hard, smooth

northwest

3-5-9 [ 14,653 17 West 1.0 181 180 Dry, hard 9.6 0.005 (left) 0 .20
3-6-10 [ 14,553 Calm -4 6.2 162 180 Dry, hard 5.4 .01 (left} 12.0 (right) .90
3-7-1h c 1k, 420 3.0 180 Dry, hard 4.0 0 1.6 (right) 1.20
3-8-16 B 14,558 180 Dry, hard [------------| .005 (right)| .7 (right) 1.10
3-9-18 B 1,246 180 Dry, hard 5.8 o) .9 (1left) 1.01
3-10-19 F 1k, k92 180 Dry  feememeeemand] .007 (1left) |1.1 (left) .97
3-11-20 F 1k, 411 180 Dry, smooth 7.7 0 Wb (right) .84
3-12-22 [} 1k, 491 180 Dry, hard 1.5 .12 (left) 0 1.18
3-13-23 B 1h,562 180 Dry, hard 10.8 .18 (right) | 3.6 (right) 1.00
3-1h-24 B 14,709 180 Dry, hard 8.3 .01 (left) .1 (right) 1.05

AFirst term indicates X-15 airplane by number;

D"Calm" denotes variable from O to 3 knots.

CEmergency.

dInitial contact followed by rebound.

second term indicates number of free flights for that airplane; third term indicates number of airplane X-15/B-52 missions for the airplane.
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Figure l.- X-15 research airplane.
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Figure 2.- Three-view drawing of the X-15 airplane.

All dimensions in feet.
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Figure 3.- Schematic drawing of the X-15 main landing gear.
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Figure 4.- Simplified block diagram showing components of stability augmentation system.
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Figure 5.- X-15 landing sequence showing conditions leading
to second main-gear reaction.
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Figure 6.- Typical X-15 landing using wing flaps. Nose-gear touchdown
at Aty = 1.35 sec (flight 1-30-51).
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Figure 7.- Horizontal-stabilizer deflection as a function of SAS gain and
pitch rate (trim 8y = 0°).
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Figure 8.- Aerodynamic load on horizontal stabilizer as a function of
stabilizer position.
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Figure 9.- X-15 landing in which horizontal-tail down loads were decreased
by programing control inputs. Nose-gear touchdown at Aty = 1.48 sec
(flight 3-12-22).
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Figure 10.- X-15 landing in which SAS automatically disengaged dampers and pilot
released control stick after main-gear touchdown.
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Figure 11.- X-15 landing performed without using wing flaps. Nose-gear
touchdown at Aty = 0.40 sec (flight 2-31-52).
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Figure 12.- Variation of wing 1ift at maximum main-gear load with touchdown velocity,
showing the effect of flaps.
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Figure 13.- Comparison of maximum main-gear loads with tail—wing loads.
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